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AIRCRAFT ACCIDENT REPORT

ADOPYED: September 10, 1958 RELEASED: September 15, 1958

RIDDLE AIRLINES, INC., C-468, N 3944C,
MIAMI , FLORIDA, AIRFORT, DECEMBER 20, 1957

The Accident

A Riddle Airlinea C~46R, K 3944C, developed a powsrplant fire during
flight on December 20, 1957, about 1510. It oould not be sxtinguished and
the axrcerait revurned to and landed st the Mlami Airport from which it had
taxer off mne mimites sarlier. Ground equipment smcthered the fire cs the
two pilote deplaned uninjured. Dsmage to the adroraft was extensive.

Hatory of the Flight

This was a scheduled cargo flight designated by Riddle as number 2 of
the 20th, from Mismi, Florida. It carried no cargo out of Miasxi; a stop was
plenned at Stuart, Florida, to load cargo Ior Few Tork, New York.

A VFR fight plan was flled with Uiami Alr Traffic Control speeifying
direct flight from Miasmi to Stuart. Flight 2 left the Riddle ramp at 1500
after the usual predeparture check and rwmp.

Tekaoff was normel from runway 9L ab 1510 with a crew of Captain Otis E.
McLendon and First Officer Sheldon Crocker. The giveraft!a gross welight was
leas than the maximm allowable and the center of gravity was located withim
prescribed limits, Excellent weather prevailed.

At an altitude of 900-1,000 feet, an estimated two mimtes afber takecff,
the right engine's PMEP gsuge suddenly dropped to serc. The siroxsft 4id not
yaw and the BMEP gauge returmned to normal, except for fluctuations, after the
Tight throttle was closed and ¢ « The right manifold pressure gange dropped
o about 30 inches (atmogpheric) and subsequent throttle movement had no effest
on that mauge. A few seconds lster the right tachomster end right fuel flow-
meter started flucbusgting. Almoat immediately the right engine fire wayning
1lights came on for sones 1, 2, and 3. The captain closed the right throttle s
the first officer reported fire in the right nacelle.

Captain Mclendon actuated the firewell shuboff valve switch, featheved
the right prepeller, and actusted the Ho. 2 fire axbtinguisher switch. From the
cockpit the fire seemed waffected; the first officer so informad the oaphain
and the letter told him to use the second ohayge of extinguisher. He actpated
the Ro. 1 extinguisher switch; thers wss no apperent effect,

1/ All times herein are eastern standard based on the 24-hour clock,
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Mearwhile, the tower observed smoke from the right engine. The flight
was s0 informed and other traffic was advised to keep clear. A lancing was
authorized using any runway. Flight 2 landed on runway 17 with landing gear
down and wing flaps extended, without further difficulty. It was met by tower-
alerted airport fire apparatus which quickly had the fire under control.

Investi‘gation

At gbout the time zones 1, 2, and 3 fire warning lights came on, the
towsr operator saw heavy black smoke trailing from the aireraft. Another
qualified witness on the ground, nearly under the aireraft, also saw this
heavy black smoke. The latter also saw a long heavy flame, pogsibly & or 10
feet long, coming from the engine!s right side and lasting for abomt 20 seconds.

Both of these witnesses noticed that the heavy smoke soon disappeared
although the tower operator saw contimuing light white smoke. Heavy white
smoke appeared while the sircraft was on the downwind leg for landing. Bub no
more black heavy smoke or fire was observed until after the aircraft was on the
runwey when the right engine became enveloped in flame.

Examination, both external and intemmal, of the right engine's generator,
starter, vacuum pump, bydraulic pump, fuel pump, fusl flowmeter, carburetor, and
both the rear and blower sectlons revesled no evidence of malfunetioning, lewl-
age, induction fire, or electrical arcing. The fire, in short, obviously did not
originate in the engine proper which operated romally when subsequerntly tested.

Fire damsge was general throughout gZone 2. It was severe zround the peri-
moter inmide of the stainless steel cowling except for the bottom center portion,
which was little damaged, Heavy fire concentration in the left upper area of
sone 2 entered zone 3 by melting the dural support channel at the rear of the
stainless steel firewall allowing the firewall to give way.

Heavy concentration of fire in the center and upper area of tone 2 pene-
trsbed zone 1 around the ¢arburetor, throwgh the fire diaphragm at the upper
cowling slip jJoint. The lower surfaces of both wheelwell doors were scot-covered
ard the outer surface of the nacelle aft of zone 2 was slightly scoted but not
fire-dampged on either side,

The Wo. 2 fMre extinguisher bottle had discharged but the No. 1 botile had
not elthough ils actuating awitch safety wire had bsen broken.

The CAA approved drawing did not, through oversight, show grounding of
the battles to complete the elsctrical eircuits. The mechanic who instglled
the bottles did not conmeet ground wires, not surmising thst the terminals on
the bottle cartridges were for that purpose¢. However, tests indicated proper
electyrical continui%y in the No. 2 bottle circuit. This eleetrical continuity
existed only because of accidentel grounding wherse the bottlets peint had chafed
o bare metal against supports. A fresh No. 1 bottle had been recently installed
about a wesk before this secident and its new paint was nonconductive, accoumbing
for it not funetioning.

Foel, oil, and hydranlic shutoff valves and the zone 2 alrblast tube shutoff
doors were found open. The circuits from the actuating switch in the cockpdt teo
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the firewsll shutoff vealves and to the generator sir blast tudbe door motor
were protected by the same circuit bredter. The wire to the latter was found
burned from the motor and slsc from the cannom plug, located near the center
of the firewall. Both the motor and the actuator were fire-dmmaged. Little
insulstion remained on the wire, Also, wires to the valves were fire-damaged
in gone 3. An automatic reset circuit bregker was incorporsted in this cir-
cuitry; under test it functioned normally.

The fire detector system could not be fumctionally tested because of
dszmage Yo the alumirmin cannon plugs on the firewall., This system was also
protected by an auvtomatic reset-type circult breaker,

A11 fuel, oil, and hydraulic lines in zone 2 were fire-damaged. The
aluminum vecwum pump pressure lines were consumed and the line reliefl wvalve
s0 damaged that nothing could be leamed from it. The tachometer transmitter
snd the BUEP transmitter were damaged by severe external hest. No evidence of
failure, malfunctioning, or electrical ercing of any of these lines or wnits
prior to the fire was found except as hereafter mentioned.

Three gone 2 lines were ruptured, failed, or melted off. One, the hydrarlic
flexible pressure line from pump to firewsll appeared ruptured near its center
lower side and also appeared burmed through st an sdjacent point, This line was
fitted with an aluminm alloy socket and nipple at the pump end and an aluminum
nipple at the firewall end. A functional cbheck of the sircraftfs hydranlic sys-
tem revealed no evidence of malfunctioning of the regulator or relief valvesa.
Approximately one foot to the left and one foot forward of this hydraulic hose
ripture, the fabric shield around the exhaust tail pipe support bracket tube had
torn away, exposing a hole of sbovt 1-1/2 inches through the cowling. The
shield on the enginet's right tail pipe bracket and both shields of the left
nacelle were in a similsxr condition. The aft edge of the sone 2 cowling, approx-
imgtely one foot to the left of this area and aprroximately elght inches to the
rear and fouwr inches gbove the exhaust tail pipe tip, fitted poorly and was

£lightly open.

The second line, the main fuvel inlet flexible hose between the fuel flow-
meter gnd the carburetor, fitted with en salumirum slloy socket and insert st
the flommeter end and sn aluminum alloy socket at the cerburetor end, was dis-
econnacted but otherwise intact. Approximately one-third of the B-put was re-
covered. The wire bundle containing the BMEP and the tachometer trsonemitter
wires which was mouted along the firewsll aprroximastely three inches from the
B-mut we : fire-damaged, but not as severely as it was under the hydraulic pres-
sure lire, Disassembly of the flowmmeter revealed that its forward area had been
gubjeet+d to heat to ths extent that its gearing was blued, but the thin magnesiue
cover was intact except for incipient melting. The rear area of the flowmeter
locsted to the rear of the firewall in a canister was severely damaged duve Lo fire
penetrating the canister through four holes in the firewall where the rubbex shock

mounts had burned away.

The third line, the fuel pressure gauge flexible hosa of one—fourth inch
diameter, was disconnected gt the firewall fitting and sppeared, by the sondi-
tion of its flared wire mesh, to have blownr off the B-rmt Insert. The steel
B-mt and insert were still properly in place on the firewall fitting near the
center of the firewsll and the fire-damaged line was still properly connected
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to the restrictor Pitting on the right side of the firewall. A small area

of recently molten nonferrous metal found at the dural ferruls position which
partially followed the flave comtour wag either a part of the ferrule or part
of ¢ melted alumirnum vacuum line located above that point. The hose had sagged
ot 1ta disconnected inboard end and was directed toward the center of zome 2.
The fuel pressure gange, the fuel pressure warning light trensmitter, and the
fuel warning light tested satisfactorily, and disassembly of the gauge revesled
no svidence of excessive preasures.

The veetwn pump showed no evidence of malfunctioning or excessive internal
hegt. The blades were blued where in comtact with the rotor but were not blued
where in contact with the pumped sir. The fusible plug was melted awgy and no
overboard drainline had been provided, but the pump inlet hose was not routed
near sny normal source of heat. The remaining pressure lines were tested up to
the de-icer distributor valve without revealing a restriction.

The menifold pressure gauge flexible line was firs-damaged but intact
axcept for severe buming of the rubber., This line was airtested and leaked at
rumerevs points to the extent that it was open to the atmosphere.

Approximetely 1-1/2 gallons ef hydraulic fluid were missing from the
hydrexlic system; the aircraft's supply of de-icer aloohol was up to normal.

011 was seeping from the dsmaged flexible hose between engine pump and
firewall. Approximstely 33 gallons of engine oil were missing from the right
oll taxk. (This measurememt was made 72 hours after the accident and consider—
sble o1l hed been lost during this period.)

There were 15 holes through the firewall. Two were caused by stainless
steel patches falling off when their dursl rivets melted and the others were
where nonfireprcof phenoliec bushings around cables had burned awgy.

The aireraft, engine, and propeller times had been zeroed (logged times
restarted) on September 22, 1955, during modification to specification 3A-2.
The operationdl time since overhsul on September 22, 1955, was 996235 hours;
totel time and menafecturing dete ere vnknown. The engines were overhauled by
Amoricen Airmotive Corporatiocn snd the aireraft by Comner Airlines, both in
Wigmi, Florida. The siroraft hsed bsen certificated in the transport cabtegory
on July 1, 1957, in sccordance with Speeisl Civil Adr Regulation No. SR-406A.

At the time of the ecceident the aivereft hal 996135 hours since overheaul
aod 1104 hours gines the laat major check which was a No. 1 inspestion.

This aircraft had bsen test filown a few hours prior to the accident by
JRlddle *a engineering test pilot. He found the alrcraft to be satisfactory and
girworthy and mo logped the flight., Testimony of the company check pilot indi-
cgted thet both Captair dclendon and First Officer Crooker were thoroughly com-

petant in flying the C-4&R. )

& review of the maintenance history of thig aircraft brought to light no
item peyxtinent %o the accident.

Puel “hoost pumps off® was the third item on the Paftevr takeoff" cockpit
chocklist gboerd the aireraft. The fuel boost pump, according to the crew, was
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on for takeoff but turned off immediately thereafter and previous to the
difficulty.

Analysis

Under Investigation was mentioned the temporary abatement of the fire,
d its resumption, as seen by ground witnesses. It seews most likely that
the abatement followed the spplication of fire extinguisher which was not
conmpletely effective, allowing the fire to resume strenmgth., It is impossible
to correlate the precise times of these events.

In attempting to determine the origin of the fire, numerous possibilities
were considered. Three of these remain suspect. These are failure of and/or
leakage from the cne-fourth-inch fuel pressure line, or the approximately
three-fourths-inch main fuel line to the carbureter, or the hydraulic pump
presgure line, Because fire damage was severe, far-reaching, snd scmewhat
obliterative, a number of impondersbles were created which prevent positive
determination.

However, a most logical chain of events is as follows. The hydramlic
pump pressure hose ruptured amd sprayed fluid under 1,500 pounds system pres—
sure into the left side of zone 2, This fluid vaporized and beceme ignited.
The source of the ignition may have been the left exhaust tall pipe flame which
the vapor possibly could have reached, or the tail pipe which it could resdily
have contacted through a hole, approximately 1-1/2 inches mcross, in the cowling
at the exhsust tall pipe brace tubing located approximately ome foot forward,
cne foot below, and one foot to the left of the hose rupture point.

Flgee burned sway insulation on the BMEP transmitter wiring Just under the
hose rupture point resuliing in shorting and malfunctioning of the gange. Flame
wes reversed by and carried upward with the air-blast from the air-blagt upward
directed elbow due it fire-damage malfunctioning of its simtoff door to impinge
upon the manifold pressure gauge heose just above the ruptured hose. The manifeld
pressure gauge hose burned through, leaked, and a 30-inch atmcspheric pressure
was then indicated on the manifold pressure gange. Flames were also enveloping
the tachometer tremsmitter wiring, in the same bundle with the BMEP wiring, amd
they began shorting csusing fluctuating tachometer readings.

About this time flemes against the main fuel line and the left side B-mmd
on the flometer, approximately one foot to the right, eight inches sbove, and
one foot to the rear of the hydraulic hose rupbure point, melied the dural B-mmtb
and released fuel causing severe fluctuation of the fuel flow gauge.

The right rropeller was feathersd, shutting off the flow of hydraulic
fluid by stopping the pmp, but fuel was still flowing from the main fusl line
becense the firewall shutoff valves did not c¢loss when the switch was actusted

by the erew.

The No. 2 bottle was actuated which almost pot the fire oub, but it scon
redaveloped to its originsl intensity. The ungroundsd No. 1 fire botile did
not discharge when its switch was actuated.

Flame by this time had penetrsted the firewall into zone 3. Neot until
after the alreraft had landed and was rolling on the rupwsy did the fuel bheosbt
rmp wiring in zone 3 short due o fire damage, opening the ¢ircuit breaker and
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shutting off the fuel. The e¢rew then turned off the master swibch ard
evacuated the alrcraft.

Becense external and internal exsmination of the generator, starter,
vacuur pmp, hydraulic puup, fuel pump, fuel flommeter, carburetor, and
angine rear and blower sections revealed no evidence of malfunctioning,
leakage, induction fire, or electrical arcing, none of these units can be
congidered as a possible source of the fire,

Bacause all fluwid lines except the main fuel iine, the one--fourth~inech
fuel pressure gauge llne, the hydraulic pressure line, and vacuum pressure
lines were intact, although fire-damaged, it mgy be concluded that one of
thege four was the source of the fire.

The aluminum vacuum pressure line was consumed by fire with its pressure
relief valve nearly so, and, as mentioned; no overboard drain line was provided
for the fusibls plug, but it is likely that spontaneous combustion of lubricating
vll in the preasurized vacuim linea, due either to line restriction or radiated
heating of the pump inlet air would have been indicabed by heat bluing of the
blades in contact with the pumped air and the inlet line was not routed near a
heated unit. This appears to eliminate the vacuum pump system as the initial
source of the fire snd indicates that the fusible plug and lines melted from
extermal heat.

The disconnected main fuel hose was installed and secured to another
hose by seizing with a rubber lanyard in such a way that vibration could loosen
the mt. If this had occurred, the leaking fuel under 25 pounds of pressure
conld have been carried to an ignition poimt through the cowling hole to the
exhavst tailpipe, or possibly to the exhsust flame through the 11l-fitting
cowling by the blast tube alr flow. This air theoretically goes upward from
the upward directed elbow in the lower forward area of sone 2, then dowrward
along the firewall, exiting below the firewall through louvres for that purpose
in an area of negative pressure just ahead of the closed wheelwsll doors, The
air pagaes over horizontally mownted units in the area snd no doubt becomes
turbuient to the extent that some exits through openings in the cowling.

If the B-mut became loose or split open, resulting in s lesk, however, an
erratic fusl flow should have been the first indication rather than complete loss
of BAEP, Since BEP loss indication (engine power loss) was not accompanied by
aircraft vaw, it appears evident that no right engine power loss occurred, The
indieation, therefore, obviously resulted from fire dsmsge to the BMEP trans-
mtter wiring at that peint located over the leaking hydraulic hose, with the
second indication from fire damage to the manifold pressure gauge hose located
over the same area, and finglly the tachometer and fuel flow fluctuations after
the tachometer transmitter wiring located in the same area burned and the B-mut
located gbove and to the right of the srea had melted.

The one-fourth-inch fuel pressure gmge flexible hoss appeared blom out
at 1ts inboard end mder yressure, a8 indicated by the symetrically flared
sppearance of its wire brald, and was directed toward a concentrated fire ares
at the center of zone 2, It carmot be definitely determined whether this line
blew out before the fire or az the result of it.

However, it is most probsble that the line blew off after melting of the
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sleeve over ity end for the following reasons: The hose could have slippsd

out of the slegve and off the mteal insert (a5 indicated by the missinr internsl
robber in the most highly pinched ares st the end of the hose) leaving ths sleeve
sacured to the throads of the fasert with the dural sleeve subsequantly consumed
by fire. Buat the wire breid should not hsve flared in that event dus to lack of
a rastriction against which the ountwmad forees could act.

The escaping fusl could have been sarried to a bot exhmust pipe or exhmat
flagee Ignition point by air from the alr-blast tube se suggested in the discussior
of the possible leak in the maian fuel line. Howaver, this would not accoumt for
the BMEP, tachomster, and manifold pressure indioations simce the wires, trana-
withers, and hose are on the opposite side of the nacelle,

Although this 1ine extends laterslly acrosas the right side of the firewall
and 1ts open end was divected leftward, the restrictor fitting (one-sixteenth
inch bised hole) was on the closed right end. This should have reduced agy
apraying effect under the 25 pounds of pressure to a small, low pressure stream
by tha tims it passed throngh the gprroximately foot-long hose, Sich & siream
woald mot, in &1l probability, have squirbed appreximately three foet to the

left area.

Thue fallure was subsequent to the left~eide fire and camsed the concentra~
ted center and upper area fire damage. This does not account for the B8-10-foot
heavy flmme seen coming fyom the right exhamst or ander it. Simce bBhere was mo
other open line or other fire sourcs on the right side, the fire wmst have besen
corxing thrcugh the air-blast exit louwvres just formard of the wheelwell doors.
This belief seems warraried bty the sooted condition of the doors and lack of
sont oy heat dumage on the nacelle aft of the sxrhamst ares.

Although the ruptured hydramlic pressure line had been in servics only
936135 wars and there was no indication of fatigue in the wire brald adjacent
to the yupture point, it Lz believed that this line rupbured and caused the firs.
Mo other possibility fits the overall picture as well as this one.

Tuel was the only means of feeding the fire after the emgine was stopped.
BEagine oil was only seeping, no alcohol was missing, and a chieck valve downstress
of the accuwmlator wonld prevent gravity feeding of hydrsalic oil except for
slight eeepage.

The hydraviic fiuvid in use flashes readily when vaporized uvpmm contact with
hot metsl. This has been demorstrabed by numerons breke fires. Since the exhaust
fimme left the tallpipe upstrear of the 111-fitting cowling, it is most probabls
+that fire started when vaporized hydraulic fluwid was carrded into the exhsnst flow.

The contimous strip fire-detector sensing tube Pollows the firewsll face
naar its perimeter, then folloms the engine mounts on each side to amd through
the forwaxd fire diaphragm, one also looping the carburetor. The fire, Af crig-
inating st any of the three suspect points, would be only sbout one fool fymm the
seneing tube. T4, therefore, seems most likely that the aensing tube was trig-
gered but that its cockpit indications wet temporarily mmobticed. Bowever, the
condition of the fire-damaged system preclinded alequate teasts to detersine whebher
or not it was slow to sciuate.

The firewall ashutoff valves and the penerator siv-blast tudbe door sctustor
aotor had & cosmon aato-reset: type of circult bresker. The sctustor motort's
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wiring was severely fire-damaged in sone 2. Thus, it seems likely that the
circuit breaker continued %o go on and off without sufficient current reaching
the valves to close them., Under test the circuis bresker opsned immediately
#hen a short was created and required 8 to 16 seconds to reset,

Re. 1 fire bottle did not discharge because it was not grounded. No. 2
fire bottle was not properiy grounded either but it fired nevertheless. This
is probably due to the existence of an accidental ground as No, 2 bottle had
been installed for some time and its paint would normszlly have worn through to
base metal in a romber of Places from vibration. The very recently installed
No. 1 bottlse would not norually have this type of aceidental ground gnd its
malfunction contributed, in all probability, to the widespread fire damage .

propellers. In the ecase of engines and propellera for whicgh camplete records
are not aveilable 1t ia permissible to use such components with new (zerved)
records, providing those components are rebuilt by the mamfacturer or by the
mamufacturerts agent designated by him to re-manufacture with the approval of
the Civil Aeronasutics Mnministration,

Thus, it appears that there was an irregularity, possibly a violation, of
the Civil Air Regulation in connection with the restarting or geroing of the
aireraft!s ngintenance records. However, this irregularity is not g contribuiing
factor to this aceident.

Rlddle's type certificate. The more important of these modifications deal with
the separation electrically of the flammable fiuid shutoff valves and the aiy
blast tube actuator motor, the provision of an electrical ground for each fire
extinguisher bottle, the replacement of the alumirmm chennel supporting the
firewsll with 2 stainless steel channel, the covering of the nonfireproof fairlesds
with steel, the installation of a steel enclosure for the air blast tube actuator
motor, the covering of the end fittinge of the flammsble fluid carrying lines in
sone 2 and the exhaust collestor ring support rod with ashestos boots, and the
replacement of aluminum rivets in the stainless stesl nacelle skin with stesl
rivets,

Hndings
On the basis of all available evidence the Board finds that ¢
1. The sir carrier snd the crew were properly cartificated.

2. The alrcraft was eurrently certificated and ita weight and center
of gravity were within rreseribed limitas,

3. Immsdiately after takeoff, a hydraulic line in zone 2 of the right
engine mptared or leaked for reasons undetermined,

4+ Egcaping hydrenlic finid vaporized under the existing high gsystem
Preasmye,
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5. This vapor ignited from either ths exhaust pipe or exhsust flame,
6. The fire destroyed wiring and other lines, inecluding one carrying fusl.

7. The emergency shutoff valve malfimetioned and fuel contirmed to flow
fram that line,

8. The first application of fire extinguisher checked but did not sbop
the fire.

9. The attempt to use a second application of extinguisher was futile
bacanze of a fzulty installation of that fire botfle gz a resudt of an omis-

give error in a CAA approved drawing,

10. The fire becams uwncontrallable because of inability to close the
fivewall shutoff valvea due to fire damage.

Probable Cause

The Board determines that the probable cause of the accident was the
failure of a hydranlic fluid hose and the subsequent ignition of ite vaporised
fipid. Contributing to the seriousnsss and the uncontrellability of the fire
was mn inadequate emergemcy fuel shmtoff system, en inadequste fire barrier
between zone 2 and zone 3, and an inoperable fire botitle,

BY THE CIVIL AERONAUTICS BOARD:
Ja/ JANES R, DURVEE
/s/ CHAN GURNEY .

/e/ HARMAR D. DENNY

/s/ G. JOSEPH MINETTI
[s/ LOUIS J. HECTCR




SUPPLEMENTAL DAT:

Trveatigation

The Civil Aeronautics Board was notified of the ascident shortly after
c~currence. Investigation was started immediately in accordance with the
- ovisions of Section 702 {(a) (2) of the Civil Aeronautics ict of 1938, as
amended. Depositions, ordered by the Bosrd, were tsken in Miaml, Florida,
Jamuary 22, 23, end 24, 1958.

Aly Carrier

Riddle Airlines, Inc., 18 a Florida corpcration with its general offices
and prineipsl operating base at the Migmi Intermational Airport, It operates
as @ cargo alr carrier under s currently effective temporary certificate of
convenience and necessity issued by the Civil Aeronsutics Board and & cargo
carrier operating certificate issued by the Civil Aeronantics Administration.
These certificates authorize the company to tramsport cargo over the route being
flowm in this instance.

Night Personnel

Captain Otis E., McLendon, Jr., age 36, was properly certificated for the
subject flight., He had been employed by Riddle Airlines since Deceaber 1949.
s flylng time was in excess of 10,000 hours, of wnich 5,000 had been in G-46
atreraft, Hs rest periocd prior to this flipght had been adequate and his last
physical exsmination was current, Captein Mcl.endon had campleted familiarizaticr
with the C-46R alreraft to the satisfaction of the company, and had also satis-
factorily completed an examination on its pewerplants.

First Officer Sheldon A. Crocker, age 33, was likewise properly certifi-
cated for this flight. He had been employed by Riddle simce February 1956, His
totzl piloting time was about 2,900 hours, of this, some 2,400 hours had been in
C-46"'s and of the 2,400 hours asbout 900 had beem as pdlot in command. All of
hie varicus checks, line, instrument, and physicai, were current and his previous
regt period was adequabe.

he Aircraft

This Curtiss C~46R was built for the United States Alr Force during World
War TI and bore the military serlal mmber 30466, It was sold by the Alr Foroe,
and registered im Colombia, Seuth America, then was retumed Lo this country
end registered in December 1951 in the name of the Carmas Supply Cempany,

!&Bhingtm, D. C.

The aireraft was then leaged to Continental Charhers, Inc., & nomechoduled
air carrler then based in Miami after it had been modified for air cerxier
operations as & C-46A. It was invelved in sm accident near Little Valiey, New
York, on December 29, 1951,

Conrer Alrlines, another monscheduled air carrier slso bssed at Miemi,
purchased the wreckage and rebuilt the gireraft. Ain overheol snd modificeticon
was then started. Riddie Airiines marchssed the zireraft from Comner while this
work was in proeess. Comner, however, conbinmed the work for Riddie and compisted
it in September 1955. At that time the totel alversft time was seroed,

-



On March 9, 1956, the aircraft was delivered to Riddle and modiiied
by them to Riddle Airlines C-46/CWT Report RA-43 Transport Category Specifi-
cations. It was certificated by the CAA as a C~4GR5 on July 1, 1957, under
Special Civil Air Regulation Ko. SR-406A.

While this modification was in process the engines were overhauled by
the American Almmotive Company at Miami, modified fyrom RR800-22's to R2800-34 T8
end their total times zerced. The propellers also were overhamled by Propeller
Services, Inc., ab Miawi and modified to Model 33E6C with 680le~b blades. The
total propeller time was serced.

At the time of the accident the aireraft hed a totsl operatioral time of
996:35 hours since overhanl, ad 1:Q4 bours since the last major check, which
was a8 No. 1 inspection. Total operating times of alrfreme, engines, and of
propellers are not known.



